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INTRODUCTION 
The ports of the Washington Metropolitan Area are 
located on the Potomac and Anacostia Rivers in the cities 
of Alexandria, Virginia and Washington. These ports have 
a long rich history beginning prior to the War of Independence 
and continuing until the middle of the nineteenth century. 
Alexandria rivaled New York City as a major port in the 
1760's. However the Port of New York rapidly exceeded 
Alexandria in commerce. Development of the railroad 
system during the 1840's funnelled most of the trade 
away from the Washington area to other ports causing 
- a slow but steady decline which lasted for over a hundred 
years. 
Within the last ten years there has been an upsurge 
of interest in developing these ports. In 1956 the city 
of Alexandria made a survey of the potential waterborne 
trade that might be channeled through these ports to and 
from their immediate hinterland. The United States 
Congress has recently directed the Corps of Engineers 
to make a study of the feasibility of deepening the ship 
channel from Chesapeake Bay to Washington. 
For many years the most important industry in the area 
ii 
around these ports has been the Federal Government. The 
population, however, is now increasing faster than jobs are 
created. The present urge to decentralize the Federal 
Government is showing up all the evils of a none mill 
town~r. One way to remedy this situation is to attract more 
manufacturing. One of the attractions which would Qid this 
program would be a navigable waterway for large ocean-going 
SP~ps, hence the current interest in the river and ports. 
Much investme~t is required to develop a port. 
;j 
In order to attract this c·api tal the port must have a 
thriving waterfront or at least be able .to point to sure 
possibilities of a flourishing trade. This leads to the 
vicious circle so common in area development, not being 
able to start development to a point where it would be 
self-sustaining because of a lack of investment caused by 
a lack of prior development. 
In order to understand the future prospects of a 
port,. the area in which the port is situated and serves 
must be examined, including the population, transportation 
f~cilities, and commerce. For this study the whole 
Washington Metropolitan Area, defined by the 1950 census, 
is considered as the port hinterland. This area consists 
of parts of two states, Virginia and Maryland, and all 
of the District of Columbia. 
iii 
The writer has personally examined all the sections 
described in this study. The descriptions of the facilities 
are the result of this field study. The writer also used 
maps, hydrographic charts and U.S. Geological Survey 
maps (l:24,000,sheets) as aids for the field study. 
Aerial photographs were used as aids in the Alexandria 
and Anacostia River sections. 
CHAPTER I 
PHYSIOGRAPHY OF THE PORTS ON THE UPPER POTOMAC RIVER 
Location 
There are four ports in the upper Potomac River, 
all located in the Washington Metropolitan Area. They 
are: (1) Alexandria, Virginia, (2) the lower Anacostia 
River, (3) Washington Channel and (4) Georgetown in the 
District of Columbia. (See Map 1.) 
1 
Alexandria is one hundred and eighty-four miles 
upstream from the Atlantic Ocean, just north of the 
confluence of Hunting Creek and the Potomac River, The port 
section of the Anacostia River and the Washington Channel 
are three miles further upstram, at the junction of the 
Anacostia and Potomac Rivers. Georgetown is approximately 
seven miles up the river from Alexandria. It is at the 
head of navigation on the Potomac River. 
Geology of the Ports 
·washington is located on the Fall Line. Here the 
ancient igneous rocks of the Piedmont dip beneath the 
unconsolidated sedimentary material of the Coastal Plain. 
The Fall Line crosses the Potomac in a zone starting at 
2 
r 
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Map 1. The Ports or the Washington Metropolitan Area 
• 
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3 
the Little Falls in the District of Columbia and extending 
nine miles upstream to the Great Falls. The falls, (actually 
rapids), have never been used for industrial or power 
purposes. The only economic importance these falls have 
had for Washington is as a limit of navigation from the 
ocean. 
All of the port sections in this study are on Recent 
alluvium and artificial fill of the floodplain of the 
1 
Potomac and Anacostia Rivers. These Recent alluvial 
deposits of sand, gravel, silt, and clay reach thicknesses 
2 
of twenty-five feet or more in some places. These are 
underlain by the unconsolidated Potomac Group, made up 
of clay, sand, gravel, sandstone, and conglomerate. 
The basement rook, Pre-Cambrian igneous and metamorphic 
rocks, dips below the surface at Georgetown and slopes 
southeastward. Bedrock lies four hundred feet below the 
surface at the mouth of the Anaoostia and six hundred 
3 
feet below at Alexandria$ 
1/ N.H. Darton and A. Keith, Geologic Map of the District of 
Columbia, u.s. Geological Survey, 1950. 
g/ M.S. Carr, The District of Columbia, Its Rocks and 
Their History, U.S. Geological Survey Bulletin 967, 
Washington, 1950, p. 20. 
2/ N.H. Darton and A. Keith, op. cit • 
• 
A slight submergence of the region during the 
latter part of the Pleistocene brought tidewater to its 
4 
present limits. 
Tides 
The mean high water along the river in this area 
is 2.9 feet. The extreme low water is -3.0 feet at 
4 
5 
Alexandria and -3.5 at Georgetown and Washington Channel. 
Irregular high tides of 4.5 feet occur, and there have 
been extreme tides 10.6 feet, above the mean low water 
6 
datum, caused by the winds. 
Freshets rarely occur in this section-of the Potomac 
River. The highest freshet in recent years was in March 
1936 when the water rose 11 feet above mean low water 
in the Washington Channel. The freshets generally do. 
not interfere with navigation below Alexandria unless 
accompanied by floating ice. 
Bridges 
There are six bridges over the navigable channels 
in this area. All of these bridges have draw spans and 
!fl M.S. Carr, op. cit., p.45. 
2/ Chart 560, Potomac River. Matowoman Creek to Georgetown, 
23rd Edition, U.S. Coast and Geodetic Survey, Washington, 
revised 1957. 
2/ Planning Department, City of Alexandria, A Look at Our City, 
Report One of the Land Use and Economic Survey, City of 
Alexandria, Virginia, 1956, p.32. 
5 
are located between Alexandria and the heads of navigation 
of the Anacostia and Potomac Rivers. Two of the bridges, 
the South Capital Street Bridge and the Anacostia Bridge, 
are over the Anacostia River. :The minimum horizontal 
clearance here is 100 feet while the minimum vertical 
clearance, draw span closed is 21 feet. The four other 
spans which have a minimum horizontal clearance of 99 feet 
and a minimum vertical clearance of 18 feet are over the· 
7 
Virginia Channel which leads to Georgetown. 
Because of heavy highway traffic, the draw spans on 
all highway bridges are kept closed between the hours of 
8 
6:45A.M. and 9:45A.M. and 3:45 P.M. and 6:30 P.M. 
Another draw bridge is now under construction across the 
Potomac River just below the commercial waterfront of 
Alexandria. 
Hazards to Navigation 
The major hazards to navigation are bars which 
develop in the channels. Silting is heavy in this section 
of the Potomac River basin and bars form rapidly in the 
channels. The authorities have difficulty in keeping 
1/ More details on each bridge can be found on enclosed Chart 560. 
on 
48. 
6 
the Virginia Channel open because of heavy silting, up to 
9 
six feet in a year. The silt is carried down from the 
Piedmont by the Potomac River and depositied in the 
Virginia Channel in the area where the current of the 
river abates. 
Another hazard during the winter months is ice. 
Floating ice often clogs the Virginia Channel during 
January and February, requiring the services of a small 
icebreaker·(a fireboat with a reinforced bow) to keep it 
open.. During February, 1958, the Potomac River froze over 
completely, stopping all ship movement. A Coast Guard 
Cutter was required to open a channel from Chesapeake Bay 
to Washington for oil shipments, disproving a claim by the 
Virginia Port Authority that these Virginia ports are 
10 
icefree. 
Summary 
The four ports of the Washington Metropolitan Area are 
located at the head of navigation, one hundred and 
eighty-four miles upstream from the mouth of the Potomac 
River. The ports are situated on the edge of the Coastal 
Plain just below the Fall Line. The average tidal range 
in this area is only three feet. Serious floods are rare 
in this area. 
2/ Ibid., p. 150. 
10/ The Washington Sunday Star, Feb. 23, 1958, p. 1. 
7 
There are six draw bridges over the navigable channels 
at present and a seventh is now under construction. 
Other hazards to navigation are: (1) bars in the channels 
and (2) floating ice during the winter months. 
CHAPTER II 
HISTORY. OF THE PORTS 
Prior to the seventeenth century the Washington 
8 
area was the location of several Indian villages. Following 
European settlement in the late seventeenth century, ports 
grew up which specialized in exporting tobacco gnown on 
plantations in this area. As the tobacco lands became 
exhausted, the major ports shifted their emphasis to trade 
with the Shenandoah Valley. However, the Baltimore and 
Ohio Railroad-channelled this trade from the Washington 
ports to Baltimore. It was at this time that a large 
city, Washington grew around these ports. But because of 
the loss of a large hinterland, the ports of the Washington 
area declined as the city of Washington grew. 
Indian Settlements 
Washington was the site of several Indian villages 
before the coming of the Europeans. The most important 
of these settlements was along the Potomac below Little 
Falls. Another large settlement stretched :from Giesboro 
1 
Point to the present site of Bladensburg. (See Map 2.) 
1/ s.v., Proudfit, uAncient Village Sites and Aboriginal 
Workshops in the District of Columbia," American Anthropologist, 
(January, 1890), 3:242. 
ARLINGTON 
..A. Yi/lcx9e .site 
+ Workshop 
'X' Q,1.u~rry 
9 
Map 2 
Location of Sites of Indian Villages Prior to English 
Settlement 
(Adapted from a map by s.v. Proudfit, 1889) 
10 
These settlements- consisted of groups of two to :,one 
- 2 
hundred dwellings set in _clearings. Each abode was about 
thirty-five to fifty feet-long and half as wide ·and was 
made of poles bent into an arch and covered with bark 
3 
and mats. 
Corn and fish were the main foods in the Indian diet. 
The Indians cultivated corn in fields that varied in 
area from twenty to forty acres. They fished with nets made 
of vegetable fiber or weirs which were made of twisted 
stalks of reeds and also from canoes with bone hooks and 
arrows. 
There are several areas where Indians worked stone. 
The Indians quarried soapstone in extensive workings. 
Then the soapstone was shaped into rough vessels at the 
quarry and finished at other locations. Some Indian work-
4 
shops have been found where stone implements were shaped. 
The most important Indian tribes in this area were 
the Anacostan Tribe. The Indians of this tribe were of 
Algonquin stock and spoke the language of the Powhatan 
Confederacy. The Powhatan Confederacy occupied Tidewater 
Virginia from the Albermarle Sound to the Potomac River 
gf Ibid., p.241. 
2/ Op. cit., p.941. 
!!/Ibid., p. 245. 
11 
and probably to the Patuxent with the Fall Line as the 
western boundary. Beyond the Fall Line the Indians were 
of Iroquoin stock. The Powhatan tribes were farmers and 
fisherman living in fixed settlements while the Iroquois 
5. 
to the west were migratory hunters. 
Early Colonial Settlement 
The first Europeans to explore the upper tidewater of 
the Potomac arrived in 1608. Europeans started to trade 
with the Indians here in 1622, living in the Indian 
6 
settlements. Tracts of land were granted in this region 
starting in 1663. Permanent settlement did not occur, 
however until the 1680's. The Anacostans suffered from 
both the inroads of the European settlers and raids by 
the Iroquois. The Indians left the Washington area in 
1700 and moved to a location on the Susquehanna River 
near Bainbridge, Pennsylvania and later to the Ohio River 
Valley. 
Single-crop agriculture based on tobacco was developed 
on a plantation system using slaves. The tobacco was 
packed in large hogsheads which were rolled to landings 
5/ James Mooney, "Indian Tribes of the District of Columb1a, 11 
American Anthropologist, (July l$89), 2:260. 
Q/ W.B. Bryan, A History of the National Capital, MacMillan, 
New York, 1914, p. 4. 
7./ Ibid. , p • 49 • 
12 
where tobacco inspection warehouses, set up by the colonial 
government, were located. The present ports grew up 
around these landings. The town of Bladensburg was formed 
in 1742, Alexandria in 1749 and Georgetown in 1751. Two 
other towns were laid out, Hamburg in 1768 (at the present 
location of 23rd and E Streets, N.W.), and darrolsburg in 
1770 (at the present site of 2nd and T streets, S.W.). 
(See Map 3.) No tobacco inspection warehouses were located 
at the latter towns.8 Neither of these towns became 
important, although darrolsburg became a minor port.9 
Bladensburg 
Bladensburg, located at the head of navigation on 
the Anacostia River, had a brief period of prosperity. 
It became the local headquarters for several large European 
trading concerns dealing in tobacco. However, it began 
to decline by the time of the Revolution because of the 
formation of bars in the Anacostia.l0 
Alexandria 
Alexandria became an important tobacco port. Several 
industries were formed for supplying ships' stores. 
Wrbid., P• 4~. 
2/Ibid., P• 56. 
1Q/Ibid., p. 58. 
13 
) 
Shipbuilding began about 1762. A sugar refinery was in 
11 
operation before the Revolution. 
In 1789 a turnpike was completed connedting Alexandria 
12 
with the Shenandoah Valley. This road made it possible 
for Alexandria to become an important wheat port, shipping 
out wheat from the Shenandoah ~alley. 
The bulk of Alexandria's trade at this time was with 
the West Indies. Wheat, lumber, cattle, horses, sheep, 
bread, crackers, candles and other manufactures (made in 
Alexandria) were exported and sugar rum, molasses, wine, 
and fruit were imported. Most or the imports were then 
shipped to the Shenandoah.Valley. This trade was carried 
o~ until the 1850's when the Baltimore and Ohio Railroad 
13 
channeled most of the Shenandoah Valley exports to Baltimore. 
Georgetown 
Georgetown became the center of trade with the 
Shenandoah Valley by way of the Potomac River. Commodities 
were transported from Cumberland to Great Falls by shallow 
draft boats and portaged around the falls to Georgetown. 
During the 17-70's a small canal, the Potomac Canal, was dug 
!1/ M.G. Powell, The History or Old Alexandria, Virginia, 
William Byrd Press, Richmond, Virginia, 1928, p.36. 
lY Ibid., p.224. 
l2/Jean Gottman, Virginia at Mid~Century, Henry -Holt 
and Company, New York, 1955, p.107. 
+ 
around the Virginia end of Great Falls but it could 
14 
14 
only be,used during peri9ds of high water. Georgeto~m 
also exported tobacco from the surrounding area; one-third 
~ 15 
of Maryland's tobacco was handled at this port in 1784. 
In the latter part of the eighteenth century, as the 
land gave poorer and poorer yields of tobacco, wheat 
became an important export crop. Mills were built at 
16 
both Georgetown and Alexandria to grind the wheat. 
From 1800 onward Georgetown had difficulty as a 
bar developed along the ~aterfront, and flats were building 
17 
up downstream. Large ships could not enter or leave 
when fully loaded and most ships had to stop at Alexandria 
18 
to ·either lighten loads or to finish loading. Georgetown's 
already weakened position was made untenable by the construction 
1.9 
of a bridge at the site of the present Highway Bridge. 
This bridge did not have sufficient clearance for large 
ships. By 1806 most of Georgetown's tobacco ~rade had 
20 
shifted to the waterfront on the Anacostia River. 
w M.G. Powell, OJ2. cit., p.36 
w Ibid., p.224. 
w Ibid. J p.225 
w P.J. Clagett, OJ2• cit., p.705. 
1.§/ Ibid., p.675. 
l2/ Ibid., p. 496. 
gQ/ Ibid., p.525. 
15 
The Founding of the District of Columbia 
In 1790 Georgetown and Alexandria were included in 
the tract of land taken over by the Federal government 
21 
for the District of Columbia. When Washington was laid 
out in 1791, the closest landing place for large ships 
was at the Anacostia River, then known as the Eastern 
22 
Branch. (See Map 3.) For this reason the Lower Anacostia 
was developed as the main port section for the new city. 
A nayy yard and an arsenal were established here in 1805. 
Later the Washington Channel was developed. 
When Washington was founded there was much optimism 
for its future as a great city. A number of industries 
(foundries, sugar refineries, furniture factories, etc.,) 
were established, but these were generally unsuccessful. 
·A major cause of industrial failure was the financial 
panic of 1837· Another important factor was the use of 
~ Originally Washington was just one part of the District 
of Columbia; Georgetown was a separate city and the outlying 
parts of the District were under a county government. 
Washington then corresponded to the present ndowntown 
Washington •. -\The Virginia section was returned to that 
state in 1846. 
gg/ Washington Board of Trade Committee on River and Harbor 
Improvement, The Eastern Branch as it was in 1891 and 
Still is Now, Washington Board of Trade, Washington, 1889; p.s. 
Rock Creek 
\ 
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Map 3. Map of The City of Washington 1n 1792 
(Adapted from G.S. Bulletin 967, plate 3) 
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17 
capital :for land speculation between 1820 and 1840. 
Most o:f this money was lost When land prices collapsed in 
23 
1840. 
The Chesapeake and Ohio Canal 
The idea of a canal up the Potomac to the Ohio 
River Valley goes back to George Washington 1 s day. The 
Potomac Canal had been unsuccessful, but did not kill the 
idea. Construction o:f the Chesapeake and Ohio Canal was 
held up by interested groups in Baltimore and Richmond. 
The Baltimore businessmen wanted support :for a railroad 
into the Ohio River Valley while the Richmond group wanted 
24 
backing :for the Richmond-Kanawha Canal. The Chesapeake 
and Ohio Canal would o:f:fer competition and drain some 
:financial support :for both schemes. 
Construction :for the canal was started at Georgetown 
25 
in 1824. The Canal reached Harpers Ferry by 1828. By 
the time it had reached Oumberland, Maryland however, 
the Baltimore and Ohio Railroad had taken over most o:f 
26 
its potentialtra:f:fic. An extension o:f the canal was 
buiit :from Georgetown to Alexandria. Between 1830 and 
gg P.J. Clagett, OJ2. cit •. , p. 704. 
?l±! Jean Gottman, OJ2. cit., P• 106. 
£2/ Construction was started on the Baltimore. and Ohio 
Railroad the same day, July '4, 1924. 
g§/ P.J. Clagett, 0]:2. cit., P• 705. 
• 
• 
18 
1850 much coal was sent down the canal to be shipped 
out of Georgetown and Alexandria. The canal was in 
commercial use until 1929. The government aquired the 
canal in 1939 and now maintains the lower 22 miles as a 
park. 
Later ·History 
The operation of the Baltimore and Ohio Railroad 
ended Washington's chances for becoming the major tidewater 
outlet for the Ohio River Valley and diverted the prosperous 
Shenandoah Valley trade to Baltimore. At first the 
railroad bypassed Washington. However in 1835 Washington 
was connected to Baltimore by the Baltimore and Ohio. 
A direct rail connection between Washington and the 
West was not built until 1873· By this' time the ports 
had started a long slow decline which lasted until the 
present day. 
By the mid 1850's Alexandria had a rail connection 
27 
with the Shenandoah Valley. Alexandria became the northern 
terminus for railroads from the south, however there 
was no rail connection between Alexandria and Washington 
until .the Civil War at which time the army laid rails 
over Long Bridge. 
gjJ J. Gottman, op. cit., p. 107 • 
• 
• 
19 
While the Baltimore and Ohio did divert most traffic 
from the west to Baltimore it did supply some traffic 
for export for the Washington ports. Much coal from the 
Cumberland mines came to Tidewater here. In 1854 403,145 
tons was brought down by canal boat and 103,894 tons 
28 
by the Baltimore· and Ohio. Most of this coal was shipped 
out by the Alexandria and Anacostia waterfront. Anthracite 
coal was brought into Washington from Pennsylvania by 
schooner. 
An important business in Washington and Alexandria 
until 1851 was the slave trade and Washington was a 
leading slave market. Slaves were purchased throughout 
the surrounding country where prices were low, brought to 
Washington or Alexandria and s9ld to dealers who shipped 
them to the Gulf States on schooners which also carried 
29,30 
regular passengers and freight. .- :This was a very 
prosperous business, one firm in Alexandria during 1838 
31 
shipped out 1,000 slaves for a net profit of $33,000. 
g§/P.J. Clagett, op.cit., p.705. 
g;Jj N.C. Clephane, "The Local Aspect of Slavery in the 
District of Columbia, 11 Records of the Columbia Historical 
Society, (1900), 3:235. 
2Q/ G.R. Brown, Washington, A Not too Serious History; 
The Norman Publishing Company, Baltimore, Maryland, 1930. 
21/ N.C. Clephane, op. cit., p; 240 • 
• 
• 
20 
On one day, March 28, 1836 three adds in one local newspaper 
32 
asked for a total of 1,200· slaves. However this trade 
was under attack by abolishonist members of Congress who 
managed to pass a law in 1851 banning the slave trade 
in the,Distriot of Columbia. However the trade continued 
in Alexandria .. 
During the 1850's an attempt was made to develop a 
foreign trade based on local timber. At times there were 
3,000 tons of timber on the wharves of Washington awaiting 
33 
shipment. This trade did not become very important 
and did not start again after the Civil War. 
34 
The first steamship called at Washington in 1815. 
By 1817 regular steamship service was started between 
35 
Washington and Norfolk. A number of steamship lines 
began to run to Baltimore and serve landings on the 
Potomac. Steam driven oar ferries were begun in 1843 
linking the Baltimore and Ohio tracks in Washington with 
those of the Southern Railway at Aquia Creek, thirty-five 
36 
miles downstream from Washington. In 1843 another 
3jJ G.R. Brown, OJ2o oi t., p.235· 
221 P.J. Clagett, OJ2• oi t., p.235· 
w J. Gottman, OJ2• oi t., p. 107. 
221 P.J. Clagett, op. oi t., P· 870. 
2§/ Ibid., P• 873· 
• 
... 
•• 
innovation on the river, tugboats, began to be used to 
37 
tow sailing ships up the Potomac. The first regular 
freight and passenger sevice between New York City and 
38 
21 
Washington was inagurated in 1859· After the Civil War 
three steamers were put on the run. By 1870 a run was 
started to Philadelphia. Most of the ships stopped at 
Alexandria to pick up or discharge freight and passengers. 
The Civil War stopped commercial shipping along 
the Potomac. Most of the ships were seized by both North 
and South for military uses~ Commercial service was 
resumed immediately after the War. 
After the Civil War plans were made to build new 
industry in Washington in order to make the city independent 
of the Federal Goverpment·.. These plans collapsed in the 
panic of 1873· The Federal Government frowned on plans 
for industrialization at this time because it was 
beginning a long-range effort to make Washington into the 
39 
nation's showplace. 
Rapid silting in the Potomac became a serious problem 
40 
during the 1860's. By 1881 plans were made to dredge 
w Ibid., P• 874. 
2§/ Ibid., p .. 706. 
w Ibid., p .. 707. 
1Q/ W. Tindal, Standard History of the City of Washington, 
H.W. Crew and Company, Knoxville, Tennessee, 1914. 
22 ' 
channels in the river and deposit the dredgings on the 
flats thus forming Potomac Park. In 1889 work was started 
to deepen the channel from the Chesapeake Bay to Washington 
to twenty-four feet, the present depth. 
Most of the shipping after the Civil War was coastal 
trade. Several steamship lines were formed to run ships 
up the river, stopping at various landings; some went 
as far as Baltimore or Norfolk with stops at points on 
the Chesapeake Bay. Commodities carried in local trade 
on the Potomac were coal, lumber, stone, grain, flour, 
41 
whiskey, agricultural products, fish and oysters. 
Trucks offered too much competition to these steamship 
lines during the 1920's and 30's and in 1937 local steamship 
42 
service on the Potomac was ended. 
Summary 
The ports of the Washington area have gone through 
three periods which may be classified as: (1) tobacco, 
(2) western trade, and (3) decline. During the first 
period, from the 1740's to the 1780's the ports exported 
tobacco from the a·urrounding region. During the second 
period, from the 1780's to· the 1850's, the hinterland 
of the ports expanded to encompass the Shenandoah Valley 
~ Virginia State Ports Authority, Report on the Potential 
for Waterborne Commerce on the Potomac River at Alexandria, 
Virginia and Washington, D.c., Virginia State Ports 
Authority, Norfolk, Virginia, 1957, P• 40. 
!±£/ Ibid., p. 41. 
• 
• 
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and the coal mines of the upper Potomac River Valley~ 
The city of Washington was founded at this time. During 
the third period, from the 1850's to the present, the ports 
of the Washington area declined. Railroads channeled 
the western commerce to Baltimore and ocean going steamboats 
became too large to reaeh Alexandria. The hinterland of 
the ports shrank to include only the region known today. 
as the Washington Metropolitan lrea • 
CHAPTER III 
THE WASHINGTON METROPOLITAN AREA 
The hinterland of the ports under study is the 
Washington Metropolitan Area. In order to understand 
these ports it .is necessary to study the population, 
economy and transportation of the hinterland served by 
the ports .. 
Population 
The 1957 population estimate for the Washington 
1 
Metropolitan Area was 1,954,000.. Within the last 
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twenty-seven years, the Washington area has experienced 
a tremendous population boom, an increase of 190 per cent. 
The Washington Board of Trade estimated that by 1960 
the population would be 2,133,000 and by 1965 2,410,000 
2 
an increase of 23 per cent between 1957 and 1965. 
The greatest population increase has taken place in the 
suburban area. Between 1930 and 1957 the population of 
i/ The Bureau of the Census in 1950 defined the Washington 
Metropolitan Area as including: the District of Columbia, 
Alexandria, Fairfax and Arlington Counties in Virginia, 
Montgomery and Prince Georges Counties in Maryland. 
(See Map 4.) 
gj Economic Developme-nt Committee, It's a Capital Idea, 
4th edition, Washington Board of Trade, Washington, D.C., 
1958, p. 2. 
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Figure 1. Distribution of the Workforce in the Washington 
Metropolitan Area, 1957 
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suburban Virginia increased 512 per cent, that of suburban 
Maryland rose 482 per cent while the population of the 
District of Columbia climbed only 76 per cent .. 
Employment 
The cause of the great increase in population in 
this area is the tremendous growth in Federal employment 
since 1932. It is believed now that Federal employment 
has stabilized, but commercial and industrial employment 
is expanding appreciably. Thirty-seven per cent of the 
to~al employment was accounted for by the Federal Government 
i~ the year 1957. The following graph shows how the work 
force in the Washington Metropolitan Area is divided. 
Eighty-eight per cent of the non-federal employment (56 
per cent of total employment) is in the service industries. 
Manufacturing employs only 3.4 per cent of the to&al 
workforce, approximately the same percentage as domestics. 
The most important industries are commercial printing 
and publishing, communication and electronic equipment, 
bakingt aircraft and parts, and stnnctural metal products.3 
> .,. 
About half of the workers in these industries are employed 
in· ·commercial printing and publishing. 4 Heavy industry 
is discouraged in the Washington area in favor o:f light 
industry which presumably would not mar the beauty of the 
}/Virginia Ports Authority, op. cit., p.23. 
!/ The Washington Evening Star, April 6, 1959, p.A-22 
f ' 
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nation's capital with smoke, noise and obnoxious odors. 
The large increase in the population in the Washington 
area is the main reason for the current interest in 
industrialization. The city of Alexandria states this 
problem and a possible solution as follows:5 
nThe need for economic diversification is 
becoming paramount. The Government cannot be expected 
· to offer employment to the growing labor force in the 
Metropolitan Region. Other sources of bas.ic employment 
are needed. The rehabilitation of Alexandria's port 
could conceivably open the.· door for industrial and 
commercial ex~ansion and the consequent increase in 
non-governmen:P employment. 11 
The state of Virginia and the city of Alexandria are 
most interested in attracting industry into the Washington 
Metropolitan Area. Among the industries they desire to 
attract are chemicals, automobile assembly, aircraft, 
communication equipment and electrical equipment. 
Transportation 
Washington is one of the most accessible cities in 
the nation by railroad, highway, and air transportation. 
Approximately one half of the population of the United 
States resides within five hundred miles of Washington, D.C. 
Washington and Alexandria are served by six railroads. 
These are the Southern Railway Co., Chesapeake and Ohio 
Railway Co., Richmond, FredricksburE;S· and Potomac Railroad 
Co., Pennsylvania ~ailroad, The Baltimore & Ohio Railroad, 
§I Planning Commission, City of.Alexandria, op. cit., p.30 • 
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and the Washington and Old Dominion Railroad. The Potomac 
Yards serving all of these lines is one of the most important 
classification yards in the country. ·Practically all 
rail freight that goes between the southern and·northern 
sections of the Atlantic seaboard has to go through 
these yards. While many railroad lines enter the Metropolitan 
area only two are East and West lines not North and So.uth 
lines. These are the Baltimore ~nd Ohio and the Washington 
and Old Dominion. The Washington and Old Dominion is a 
short line which goes to Leesburg and Purceville, Virginia: 
it connects with no other railroads outside the Washington 
area. The Baltimore and Ohio gives the only direct 
service t.o the ·west. 
The Washington area is connected with the major cities 
of the Eastern and Southern United States by an excellent 
road network. The major North-South highways on the 
East coast, Route 1, 40, and 301 cut through the Washington 
Metropolitan Area. Approximately fifty-two motor carrier~ 
lines provide this area with direct inter-city service in 
all directions. 6 New York Ci~y, Philadelphia, Pittsburg, 
and Charlotte are reached by over-night service. Boston, 
Cleveland, Cincinnati, and.-Atlanta have two day delivery 
§I Virginia Ports Authority, op. cit., p.24. 
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from here .. 7 
The m~p of the Washington Metropolitan Area (Map 4.) 
shows a proposed circumfrential highway, the dashed line. 
The only section now under construction is the bridge 
over the Potomac below Alexandria and its approaches. 
No plans have been made to locate industry along this 
h~ghway. The only sections open to industry are the 
section along the Southern Railway tracts in Fairfax 
County, and along most of the sedtion through Prince 
Georges County from the Potomac to Route l. 
The Washington National Airport is located just north 
of Alexandria, along the.·.·~tv.er. This airport with flights 
to all parts of the nation ranks fourth among airports 
of the United States in the number of daily flights. 
The,facilities at Washington National Airport are 
inadequate for the air traffic handled. Construction is 
now underway on a larger airport, Dulles International 
Airport at Chantilly in Fairfax 6ounty. At the pres.ent 
time jet airliners-serving Washington land at Friendship 
International Airport, fwenty-five mile~ northeast of 
Washington. 
Summary 
The population of the Washington Metropolitan Area 
has increased 190% in less than thirty years. The major 
7} Ibid. , p. 24. 
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industry is government, thirty-seven per cent of the work 
force is employed by the Federal government. Manufacturing 
is of minor importance; the most important manufacturing 
industry is printing and publishing. There is however, 
some interest in increasing the amount of manufacturing 
here. 
The area is an important transportation center, but the 
major railroads into the Washington Metropolitan Area are 
north-south lines. The Baltimore and Ohio Railroad is the 
only important rail line leading to the wes·t. 
(f) 
--
CHAPTER IV 
DESCRIPTION OF THE PORT AREAS 
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The waterrront or the Washington Metropolitan Area 
contains rour commercial port areas: (1) Alexandria 
Harbor, (2) Anacostia River, (3) Washington Channel, and 
(4) Georgetown. These port areas are described and discusse'd 
separately in the following section. There is some degree 
of specialization in each area. 
Al_exandria Habbor 
Location Alexandria Harbor is located on the west 
side of the Potomac River. The developed section of the 
waterrront extends from Franklin Street to First Street in 
Alexandria a distance of one and a quarter miles. This 
is the major industrial waterfront of the Washington area. 
The Wa.terrront is primarily privately owned. There~are, 
however, a few tracts owned by the Federal government 
along it: Jones Point (on the South side or Franklin 
Street), the Naval Gun Factory Franklin Stree.t Annex and 
the Federal Records Center. 
Channel A Federal project for the channel along the 
Alexandria waterfront provides for a depth of twenty-four 
reet between the river channel and a line of twenty feet 
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out from the pierhead line. This includes an __ area 6, 700 
feet in length with an average width of three hundred feet.l 
Docking Facilities The Franklin Street Annex is vacant 
at the present time. This is the best dock in the area. 
It was -built in the 1930's by the Ford Motor Company 
as an assembly plant but was taken over by the Navy at 
the start of World War II. Proceedings have recently 
been started by the Navy to have it declared surplus and 
sell it. The pr~sent Federal Records Ce¥ter was used by 
the Navy for manufacturing torpedoes until the end of 
World War II. Naval vessels moor at these wharves 
infrequently. 
The Robinson Wharf, owned by the Robinson Terminal 
company is in good condition. This is the most important 
general purpose· wharf in the Washington Metropolitan 
Area. All the general cargo ships which come to Washington 
are unloaded here. 
The Agricultural Chemical Company pier is used to 
unload bulk fertilizer raw materials, sulpher, potash, 
and phosphate rock. The pier has a steam powered hoist 
and a track system on a trestle for industrial electric 
trucks. It is in rather poor condition. 
The Thomas H. Andrews, Inc. landing is a floating 
barge moored to the bulkhead wall. This landing is in 
i/ Virginia State Ports Authority, op. cit., p.33. 
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poor condition. It is owned by a marine contractor, and 
floating pile drivers, derricks and other ~qu1pment are 
moored here. 
There are two oil piers in this section, Esso and 
Gulf Oil. These piers appear to be in good condition. 
Storage tanks are at the foot of the piers. 
The Robinson Concrete Go. and Smoot Coal and Lumber 
Co. landings are of the bulkhead type and are in poor 
condition. Both of these landings have derricks for 
unloading sand barges. The Herbert Bryant Go. landing 
is also a bulkhead landing in poor condition. This landing 
has a derrick and trestle for carrying fertilizer material 
to storage •. 
The Old Bay Line wharf is being used as a warehouse 
at the present time. This wharf is in decrepit condition 
and is in danger of caving in. . 
The Washington National Airport has a pier at the 
mouth of Four Mile Run for unloading aviation gas for use 
at the airport. It is connected to storage tanks at the 
airport by an underground pipeline. 
Warehouses There are several warehouses in this section, 
most of which date back to the days of the West Indian trade. 
These old warehouses are in very poor condition and help 
make the port section of Alexandria an eyesore. 
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The Robinson Terminal Company has a modern warehouse 
with a storage area of 150,000 square feet.at the foot of 
Robinson Wharf. This warehouse is used for storing 
paper which is unloaded at the wharf. 
Transportation The Southern Railway operates a 
rail line along the waterfront which has direct connections 
with the Poto~ac Yards. Every industry having a landing 
also has a rail spur. The Alexandria waterfront has 
excellent road connections; it is only six blocks from 
U.S. Route 1. There are adequ~te roads into Washington 
from this area. 
The Anacostia River 
Location The commercial waterfront on the Anacostia 
River lies between Fort McNair and 13th Street, S.E. on 
the north bank of the river. The most important c·argos 
unloaded here are sand, gravel and petroleum. The only 
large industrial plant on this waterfront is the Navy 
Gun Factory. The other industries are concrete plants and 
asphalt mining plants which use the sand and gravel unloaded 
here. This is the most important commercial waterfront 
in the District of Columbia. 
Channel The chaimel has been dredged as far as 
Bladensburg, Maryland. A federal project for the Anacostia 
River provides for a channel twenty~four feet deep and four 
36 
hundred feet wide as far as the Anacostia bridge. Above 
the Anacostia bridge, the depth is supposed to be twenty 
feet, as far as.the foot of 15th Street, S. E. However 
parts of the channel below the Anacostia Bridge are only 
22 feet deep. Another navigation and flood project provides 
for a channel eight feet deep from 15th Street to Bladensburg. 2 
Most of the shoreline along the Anacostia River is owned 
by the Federal Government. The south side of the river 
is a park, Anacostia Park. The shore on the north side of 
the river above the Anacostia bridge fs also controlled 
by the National· Park Service. The'Oorps of Engineers has 
a landing just north of the bridge for mooring dredging 
equipment. The $teuart Petroleum Co. also has a landing 
on this land. 
Docking Facilities The Naval Gun Factory has several 
wharves in use. They use barges to carry naval guns up 
from Norfolk to be relined and to carry new guns, as well 
as repaired guns, down to Dahlgren, Virginia to be test 
fired.3 
The Howat Concrete Co. and Smoot Sand and Gravel have 
bulkhead landings. Both have derricks for unloading sand 
gJ Virginia State Forts Authority, op. cit., p.30. 
2/ Ibid., p.31. 
• 
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and grave~ barges. Smoot has a plant for grading sand and 
gravel at its ~an~ing. The District of Columbia has a 
public weighting station here also. A concrete plant 
and two asphalt mixing plants are located in the immediate 
vicinity of the Smoot landing. 
Three petroiheum products distributors have unloading 
facilities in this section. They use piers and have 
storage tanks near the landings. 
The southern portion of this waterfront is occupied 
by a yacht club and a boat ya~d. 
Transuortation The Pennsylvania Railroad maintains 
tracks throughout this section. The streets leading out 
of this section are badly congested. There are no 
warehouses here for waterfront usage since the only commodities 
unloaded here are bulk products. 
Washington Channel 
Location The commercial waterfront on the Washington 
Channel runs along the east side of the channel between 
Fort McNair and the Pennsylvania Railroad Bridge, about 
one mile. The most important use of this waterfront is 
for passenger traffic and marinas. 
Channel The Washington Channel is an artificial waterway 
·about seven hundred feet wide and two miles in length which 
runs in a northerly direction from the intersection of the 
• 
7 
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Potomac and Anacostia Rivers to the outlet gates of the 
Tidal Basin. On the west. it is bordered by Potomac Park 
and on the east by Maine Avenue and the city. 
The channel is flushed twice daily at low tide by 
water impounded in the Tidal Basin. A Federal project 
was started in 1932 to provide a ship channel twenty-four 
feet deep and four hundred feet wide. 
Docking Facilities The 1932 Federal project also 
was intended to modernize the waterfront. This project 
provides for three yacht harbors, wharves for the use of 
the District government 1 three wharves for general 
I 
commercial use, and the removal of old and dilapidated 
structures. .Two yacht harbors, an excursion line pier 
(Wilson Line) and a general service wharf (Municipal 
Wharf No. 5) have been completed so far. No funds have 
been apppopriated for this project since 1950.4 
The developed part of the project has been turned 
over by the Federal Government to the District of Columbia 
which in turn leases tracts of land for commercial use. · 
The District of Columbia has leased out most of the land 
along the channel but has kept some for its own use, 
the MuRicipal Fish Wharf, Harbor Police Station and 
!Jj, Ibid., p. 30. 
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·Harbor Master's Pier, and Wharf No. 5. 
Moat of the waterfront is devoted in one way or other 
to pleasure boating. There are mooring facilities, 
boat sales rooms, and boat yards (for the repair and the 
construction of pleasure boats) scattered along the 
waterfront. Hundreds of small crafts are moored along the 
channel. 
The ~unicipal Fish Wharf has three piers for mooring 
boats to unload seafood and the Fish Market containing 
restaurants, wholesale firms, and fishing supply stores. 
The market building is slated to be razed in the fall of 
1959, to make way for a new freeway.5 
This section handles all the passenger traffic for 
the Washington area. At present two companies sail out 
of here for points down the Potomac; Mount Vernon and · 
Marshall Hall by the Wilson Lines and another to Freestone 
Point. Up until 1957 the Baltimore Steam Packet Oo. 
(Old Bay Line) had overnight service every other night 
to Norfolk, Virginia carrying passengers and freight, 
but because of the_decrepit condition of their pier they 
gave up this run. Between 1954 and 1957 cruise ships 
ran between Washington and Bermuda, Nassau, and Havanna. 
5/ The Washington Evening Star, Feb. 25, 1959, p.A-25. 
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Municipal Wharf No. 5 is a general purpose wharf used by 
cruise ships and visiting naval vessels. It is also used 
by the Coast Guard to moor boats stationed at Washington. 
The District of Columbia fireboat is stationed here. 
Municipal Wharf No. 5, the Wilson ~ne pier, and the 
Harbor ?olice pier are modern wharfs, well kept up. 
They are built on concrete pilings. The other whar~~ 
in this section are on wooden pilings. 
TransportAtion Cargo ships no longer call at this 
part of the Washington Harbor because of the lack of 
storage space for cargoes and poor land transpor~ation 
al·ong the waterfront. There are no rail spurs to this 
waterfront and the streets along the channel are badly 
congested. 
Georgetown 
' Location The Georgetown waterfront is located along 
the Virginia channel of the potomac River. It extends 
five-eighths of a mile from Rock Creek to the Francis 
Scott Key Bridge on the Washington side. A landing is 
located on the Virginia side of the river just below the 
Francis Scott Key Bridge at Rosslyn. The Washington side 
is privately owned, except in a section used by the 
District of Columbia Street Department for storage. The 
Virginia side is owned by the Federal Government under the 
• 
/0 
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control of National Park Service. 
Channel The Virginia Channel extends from Giesboro 
Point (at the mouth of the Anacostia River) to the 
Francis Scott Key Bridge. It has an ~uthorized depth of 
twenty-four feet and a width qf four hundred feet. However 
because of the type vessels now operating over it, it is 
kept at a depth of only twenty feet and width of two hundred 
feet.6 
Docking Facilities The Georgetown port section has no 
piers but there is a bulkhead which runs the length of 
the Washington aide. This wall is in poor condition. 
Only one landing is now in use along this section. 
Smoot Sand and Gravel has a landing equipped with two 
derricks and a (lonveyor system for unloading barges 
·loaded with sand and gravel for. its working and sorting 
plant. 
The Lone Star Cement Company installation is now vacant. 
It consists of nine large concrete storage silos and 
bulk unloading equipment. Until World War II cement was 
transported by barges fron Norfolk, Virginia to be unloaded 
and distributed at Georgetown.! 
The landing on the Rosslyn side of the river is a steel 
~ Senate Subcommittee on D.C., op. cit., p.223. 
7/ Ibid., p.l51· 
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barge moored to several pilings. This landing is operated 
by the American Oil Company. It is connected to the Amoco 
storage ya,rd by and underground pipeline. 
Transportation The Georgetown waterfront has excellent 
rail connections. The Baltimore and Ohio Railroad has a 
branch line that runs down K Btreet and a yard at Wisconsin 
Avenue. On the Virginia side, the Pennsylvania Railroad 
has a yard at Rosslyn and the Washington and Old Dominion 
has a line into here also. There are good road connections 
here also into Virginia and the District. 
Summary 
The most numerous commercial waterfront installations 
in the port sections are for unloading petroleum products 
and sand and gravel. These landings are on every port 
section but the Washington Channel. The only wharves for 
passenger use are on the Washington Channel. The Alexandria 
waterfront has the only facilities used for handling and 
storing general cargoe 
Some industries in the port sections are based on water 
transportation. The fertilizer plants along· the Alexandria 
waterfront ~eceive raw materials by water transportation. 
Concrete and asphalt mixing plants are located in eadh 
port section excepting that on the Washington Channel. 
Some of these plants have their own unloading facilities, 
but most receive sand and gravel from the two unloading 
I 43 
and sorting plants of the Smoot Sand and Gravel Company. 
The Navy Gun Factory is another industrial plant that 
uses water transportation. 
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CHAPTER V 
THE WATERBORNE COMMERCE OF THE WASHINGTON AREA 
The ports of the Washington Metropolitan Area receive 
more commodities than they ship. The most important i·tems 
handled are sand, gravel, and petroleum products. Table 
I shows the waterborne commerce for the FOrDs of the 
Washington Metropolitan Area for years 1950 through 1955. 
It can·, be ·seen that since 1951 there has been a cont:tnuous 
climb in tonnage handled by these ports with the exception 
o~ sand and gravel. 
Table II, in the appendix, shows the details of the 
commerce handled here for the years 1954 and 1955. The 
figures for Washington are not broken down for each section 
of the waterfront, but it is possible to estimate the 
quantity that went to each section by using other information. 
Petroleum 
The most important item in terms of tonnage entering 
these ports is petroleum. Most of the petroleum shipped 
up the river goes into Washington. While some of this 
goes to Rosslyn, most of it is unloaded at the Anacostia 
·River.l 
Petroleum products are transported in both barges and 
i/ Virginia State Ports Authority, op. cit., p.31. 
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TABLE I 
TONNAGE OF FOREIGN AND DOMESTIC WATERBORNE CO]Illi!ERCE 
ON THE POTOMAC RIVER 
WASHINGTON, ALEXANDRIA, 1950 - 1955 (Short tons - 2,000 lbs.) 
Washington 
""' 
Year Domestic Sand and Total 
Receipts Gravel Receipts 
1955 1,410,445 1,177,490 2,587,935 
1954 1,340,421 1,191,018 2,531, 439 
1953 1,260.596 1,097,808 2,:!58, 404 
1952 1,191,839 1,057,606 2,249,445 
1951 1,094,889 1,214,022 2,308,911 
195G 978,227 1214,022 2, 304,051 
Year Domestic Total 
Shipments .Shipments 
1955 6,869 6,869 
1954 10,801 10,801 
1953 17,300 17,300 
1952 12,609 12,609 
1951 16,793 16,793 
1950 36,274 36,274 
Alexandria 
Year Import Domestic Sand. and Total 
Receipts Receipts Gravel Receipts 
1955 85,427 204;672 59,673 349,772 
1954 80,816 192,575 26,720 300,111 
1953 64,382 221,386 37,309 323,077 
1952 64,322 216,332 45,529 326,183 
1951 61,540 200,170 61,497 323,207 
. 1950 55,531 2o8,943 83,516 347,990 
Year l!r' t. X\:JpJ·!ft .. '. '. Domestic Total 
Shipments Shipments Shipments 
1955 243 3,002 3,245 
1954 162 4,539 4,701 
1953 26 3,541 3,567 
• 
1952 1,739 1,739 
1951 2 397 399 
1950 13 4,979 4,992 
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2 
motor tankers. Steuart Petroleum Co~pany transports 
fuel oils up the river from its pil terminal at Piney 
Point, eighty miles downstream from Washington, where 
ocean tankers are unloaded. The American Oil Company 
brings petroleum products up from its refinery at Yorktown, 
3 
Virginia by both motor tanker and barge. The other 
distributors bring petroleum products up from terminals 
in the Norfolk area. 
Petroleum products landed in the Washington area are 
distributed to Arlington and Fairfax Counties and 
Alexandria in Virginia, the District of Columbia, lower 
Montgomery County, Prince- Georges, Charles i and Saint 
4,5 
Marys Counties in Maryland. 
Sand and Gravel 
The second most important item handled, in terms ·of 
tonnage is sa~d and gravel. All sand and gravel is 
6 
supplied by the Smoot Sand and Gravel Company. This 
material is dredged from the bottom and banks of the 
Potomac River. At the present time most of the operations 
g( Letter from N.R. Neblett, Division Manager of American. 
Oil Company, February 14, 1958. 
?J! Ibid. 
!t/ Ibid .. 
21 Washington Post and Times Herald, March 1, 1958, p. D ~10. 
• §/ Much of' this information was received during an interview 
with Mr. Porter of the Smoot Sand and Gravel Co., February 
11, 1958. 
• 
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are along the shore opposite Alexandria. The dredgings 
are separated at the site of the dredging by a floating 
washing and screening plant or at plants at the Anacostia 
River or Georgetown. The material is carried in steel 
barges about one hundred feet long and twenty-five feet 
7 
wide which draw six feet of water when loaded. 
Smoot lands about 700JOOO tons of sand and gravel 
in Georgetown, approximately 480,000 tons per year at 
the 4nacostia River and about 300,000 tons along the 
Alexandria waterfront. Sand and gravel is shipped up 
8 
to twenty-five miles inland from these landings. The 
Smoot Company has the facilities at its Georgetown plant to 
ship sand or gravel over the Baltimore and Ohio Railroade 
They can also load cars for the Southern Railway at the 
9 
Smoot Coal and Lumber yards at Alexandria. 
Wood and Paper 
Alexandria accounts for all the paper received by water 
in the Washington Area. This is the most important foreign 
trade item handled by the ports of the Washington Metropolitan 
Area. The Robinson Export Import Corporation imports all 
the paper from Canada and Finland. This paper is newsprint 
7J Interview with Mr. Porter. 
§/ Interview w1 th Mr. Porter. 
21 Interview with. Mr. Porter. 
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which is used by the Was~ington newspapers, the Government 
Printing Office, and commercial establishments in the area. 
This company also receives plywood and furniture from 
10 
Scandinavia~ The Robinson Company also exports some 
lumber and shingles. 
Fertilizer Materials 
All of the chemicals, fertilizer material, potash 
and phosphate rock, and ~ulphur is received by the 
Agricultural Chemical Corporation at its facility in 
Alexandria. This material is manufactured into chemical 
fertilizer at a factory landing. 
The inedible fish products and crude sea shells were 
shipped to the Herbert Bryant Company from the 0hesapeake 
Bay to be processed into fertilizer. These shipments are 
made in small self-propelled barges. 
Miscellaneous 
Within the past year (1957) Interarmco Ltd. has 
imported and exported new and used military equipment 
over the Robinson Wharfo This company stores this equipment 
in small warenouses along the waterfront. All the edible 
seafood is received at the Municipal Fish Wharf on 
Was~ington qhannel. Most of the metal goods handl~d 
were at the Naval Gun Factory. 
iQ/ Virginia State Ports Authority, op. cit., p.33. 
• 
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Summary 
The most important commodities handled in these ports 
are bulk products (sand and gravel), petroleum products 
and fertilizer raw materials. Most of these bulk products 
are unloaded at the Anacostia River and Georgetown waterfronts, 
however all the fertilizer material is unloaded at the 
fertilizer plants on the Alexandria waterfront. 
Only Alexandria handles general cargo. The mast 
important item hand~ed is newsprint from Canada and 
Scandanavia; some wood products and chemicals are imported 
here also. These items are handled by the Robinson Export 
Import Corporation which exports a small amount of lumber 
and shingles. 
The hinterland of the ports of the Washington 
Metropolitan Area is the Washington Metropolitan Area. 
Only a small quantity of petroleum is sent out of the area, 
to points in St. Marys and Charles Counties in Maryaando 
The Washington Area ships an insignificant amount through 
these ports. 
50 
CHAPTER VI 
PLANS FOR THE FUTURE 
The future of the ports in the Washington Area depends 
in part on several projects that are now under study. 
These projects can be grouped as follows: (1) the plan to 
deepen the Potomac River Channel, (2) the plan to increase 
the amount of land available for commercial use along the 
waterfront, (3) the plan for future roads into and through 
the port sections.· 
1. The Plan to Deepen the Potomac River Channel 
In the last few years there has been a campaign 
by local business organizations and the Commonwealth of 
Virginia for the government to dredge and maintain a 
channel of thirty-six feet and a width of three hundred 
feet in the Potomac. The Corps of Engineers is at the 
present time engaged in a navigation survey to determine 
if such an enlarged channel would generate enough traffic 
to be worthwhile. It is estimated that thirty-three 
million cubic yards of river bottom would have to be 
"" removed at a cost of eleven million dollars.1 
l/ The Washington Evening Star, October 30, 1957, p.A-29. 
• 
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Neither Washington nor Alexandria have made any 
definite plans for developing the waterfronts. They are 
waiting for the results of the study on the feasibility 
of deepening the channe1. 2 
2. The Plans to Increase the Port Areas 
Some investigations have been made for increasing 
the amount of land used fo.r commercial purposes along the 
waterfront. Of the forty-eight miles· of shoreline of 
the District of Columbia, Alexandria, and Arlington 
County, forty-two miles are Federally owned and is therefore 
out of local control. 
The Anacostia River could be further developed commercially 
by making better use of the waterfront between V and 
2nd Streets S.E. The waterfront along the north side of 
the river between the Anacostia Bridge and the Pennsylvania 
Railroad bridge over the Anacostia is a potential port site. 
However a fixed span bridge, the John Philip Sousa Bridge 
crosses the river just at the middle of the tract. This 
bridge has a horizontal clearance of one hundred fourteen 
feet and avertical clearance of thirty-three feet in the 
middle forty feet of span. This land is unoccupied except 
for the Army Engineers, Steuart Petroleum Company and 
several marina. The National Park Service controls this 
~ Interview with Mr. Francis S. Kenney of the Alexandria 
Planning Department., February 5, 1956. 
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tract but it is not developed as a park. The District of 
Columbia intends to zone the adjoining land for industrial 
uses.3 The Pennsylvania Railroad main line to Virginia 
runs along this tract. (See Area 1 on the hydrographic 
cha.rt). 
The District of Columbia has made plans for the 
future industrial develmpment of a tract south of the East 
Capitol Street Bridge. This land is also controlled by 
the National Park Service but it is used fo~ a dump a~ 
the present time. There is access to two railroads, the 
Pennsylvania and the Baltimore & Ohio. However this is 
not a good location for a waterfront :industry,, (as the 
District intends it to be.)4 Since the channel would have 
to be dredged to this location and large ships could not 
get to it because of a fixed span bridge between it and 
the Potomac River. 
Another waterfront tract of land that could be developed 
is the land about Marbury Landing. (See Area 3 on the 
hydrographic chart). This land is flat and is not in use 
at the present time. It is owned by the District and zoned 
for light industry.5 The Alexandria branch of the 
~ Harold M. Lewis, A New Zoning Plan for The District of 
Columbia, District of Columbia, Washington, 1956, 
~oning Map Section #9. 
!J/ Ibid., P• 23 • 
5/ Ibid., Zoning Map Section #IO .. 
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Baltimore & Ohio, enters this land. 
Alexandria has some vacant land along its waterfront. 
As has been mentioned, two of the large wharves owned by 
the Navy are not in use today, although the one at the 
foot ot Franklin Street might be sold to private interests. 
Jones Point is also Government owned and not in use, other 
than for Naval Reserve Training. The City of Alexandria is 
trying to gain control of this land, but plans call for it 
to be used as a park and for the approaches to the Woodrow 
6 
Wilson Bridge. 
If the river development is approved, Alexandria 
will first try to develop the present port section. The 
port section is bordered on tha inland side by a high class 
residential area which contains many old houses of historic 
value, the nOld Cityn section of Alexandria. This section 
was built during the early eighteenth century when 
Alexandria was a thriving port. Any port development 
would have to be integrated. with the nOld Cityu section. 
This residential section limits the distance that port 
facilities can be placed from the waterfront to about 
500 feet. 
§./ Interview with.Mr .. Francis S. Kenney of the Alexandria 
Planning Department, February 5, 1958. 
• 
• 
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.An ideal location for future expansion of the commercial 
waterfront of Alexandria would be land between the Potomac 
Electric Power Company plant and Fourmile Run. (See Area 
4 on the hydrographic char-t). It is vacant at prese·nt, 
other than for a small marina. This tract is readily 
accessible to railroads and good roads. However, the 
planning commission for Alexandria is not optimistic of 
ever using it for port development because it is under 
. I 
the. jurisdiction of the National Park Service. 
There is, in addition, a large tract of land along 
the river that is vacant, but no industrial or- port 
-r 
development plans have been mentioned for it. This land 
is directly across the river from Alexandria, in Prince 
Georges County, Maryland. (See Area 5 on the hydrographic 
chart.) This land is level but marshy in planes. It is not 
on a railroad but the Baltimore & Ohio could easily 
extend a branch i'nto it. The roads here are poor, however. 
If port development wereto take place here, it will have to 
be soon because housing developments are beginning to 
appear in this ~ract. 
There ar-e no plans for the further development of the 
Georgetown waterfront. The National Park Service has 
given Arlington County the right to build a wharf at 
Rosslyn for county purposes e Howev.er the county has no 
• 
• 
plans at present to build the wharf.8 
3. The Plan for Future Roads 
Several highways are in various stages of planning 
that may have great impact on ~e port sections under 
study. 
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Plans are being drawn up for a circumferential highway 
around the District of Columbia. A bridge now under 
construction, the Woodrow Wilson Bridge, to cross the 
Potomac at Jones Point is to be a link in this highway. 
The bridge is to be a bascule lift bridge with a 
horizontal clearance of one hundred seventy-five feet 
between fenders~ This highway would give the Port of 
Alexandria ready access to any part of the Washington area 
and to the major roads leading out of it to the east, 
north and the west. 
Preliminary plans are now being made for an elevated 
highway along the Alexandria riverfront but at this time 
no route has been selected. 
The future for the Georgetown section is not promising. 
A bridge is needed across the Potomac at Constitution 
Avenue. A Senate subcommittee in 1957 recommended that 
a fixed span bridge with a clearance of thirty feet be 
§( Letter from Mr. Frank L. Dieter, Director of Planning, 
Arlington County, Virginia, February 19, 1958 • 
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built here.9 The construction of the bridge was he-ld up, 
however, by the Sana te voting for a fixed span bridg'e with 
a draw span and the Rouse of' Representatives voting out 
a bill calling for a tunne1. 10 Even if' a tunnel or draw 
span is put in here the port is not saved. The Old 
Highway Bridge, over the Potqmac River, will have to be 
rebuilt in a few years.ll 
Summary 
The most important plan under consideration is the 
plan to deepen the Potomac River Channel to ,thirty-six 
feet. A s~udy is now being made to find out if probable 
traffic would make such a chnnel practical. Some thought 
has been given by local governments to increasing the 
area along the river used for commercial purposes. This 
is difficult because most of' the waterfront is owned by 
the Federal Government and used for park purposes. The 
circumferential highway, .part of which is under construction, 
will give the Alexandria port quick access to any part of' 
the Washington Metropolitan Area. Georgetown port section, 
however, will encounter difficulties as fixed span bridges 
are built down stream. 
2/ Senate Subcommittee on D.O., op. cit., p.245. 
!Q/ Washington Post and Times Herald, July 20, 1958, p. 1. 
11/ Senate Subcommittee on D. d., op. cit., p.245. 
57 
CHAPTER VII 
MAJOR PORTS OF THE CHESAPEAKE BAY 
Washington has no local large scale source or destination 
for waterborne goods. Possible sources of traffic are the 
coal fields of West Virginia and the heavy industry of 
the Pittsburg, Youngstown and-Akron area. These areas 
are served by two large ports, Baltimore and Hampton Roads: 
Baltimore at the northwestern end of the Chesapeake Bay 
and Hampton Roads at the southern end. A study of these 
ports will show the inadequacy of the Washington ports. 
Hampton Roads and Baltimore also serve the Washington 
area. The latter serves as Washington's main access to 
the sea. 
The Hampton Roads Ports 
The Hampton Roads Ports are located at the southern 
end of the Chesapeake Bay. Norfolk and Newport News are 
the principal ports at Hampton Roads. These ports have 
deep channels and are accessible to the largest ships. 
Hampton Roads has excellent port facilities; large coal 
piers, general cargo piers, storage, fueling and repair 
facilities. More than sixty ship lines sail out of 
1 
Hampton Roads, most of which have regular sailings. 
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Norfolk is the most important coal shipping port in 
this country. It has large coal piers, the largest two 
owned by the Norfolk and Western Railway and the Virginian 
2. 
Railway. Besides coal piers Norfolk has nine large 
general cargopiers, many public warehouses and a large 
modern grain elevator. Eighty-nine per cent of Norfolk's 
exports consist of coal but large quantities of chemicals, 
manufactured goods, wood, tobacc~ and governme~t shipments 
are shipped out. While Norfolk exports far more than it 
imports, considera.ble quanti ties of petroleum products, 
non-metallic minerals and fertilizer material are brought 
4 
into the port. 
NeWport Ne~s is also an important coal port. Coal 
makes up ninety per cent of the export traffic. Some 
petroleum products and fertilizer material are brought 
i/ u.s. Coast and Geodetic Survey, United States Coast 
Pilot 3. Atlantic Coast, Sandy Hook to Cape Henry, 
u,s. Department of Commerce, Washington, 1953,.p. 223. 
gj ~·' p.222. 
2/ G.F. Matt, A Survey of U.S. Ports, Arco Publishing 
Company, New York, 1951, p.152. 
!!/.Ibid., p. 153. 
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Map 5. Railroads leading into the Chesapeake Bay Region 
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5 
in. Most of the shipping facilities are owned and 
6 
operated by the Chesapeake and Ohio Railway. The railroad 
has three large piers which are used exclusively for coal 
loading. The Newport News Shipbuilding and Drydock 
shipyard here is one of the largest in the United States. 
The hampton Roads ports are served by nine trunkline 
railroads. The Chesapeake and Ohio, Norfolk and Western, 
and Virginian are coal roads, bringing coal from West 
Virginia coal fields. The Southern, Atlantic Coast Line, 
Seaboard Air Line and the Norfolk and Southern all lead 
to the agricultural region to the south. 
The Pennsylvania Railroad line runs the length of 
the Delmarva Peninsula to Wilmington, Delaware and to 
Philadelp~ia. This railroad enters the Hampton Roads 
area by means of car floats from Oape Charles to Norfolk. 
The Atlantic and Danville is the only railroad serving 
these ports which does not operate a waterfront terminal. 
The Washington Metropolitan Area receives some petroleum 
products from Hampton Roads. The American Oil Company 
sends gasoline to Washington from its Yorktown, Virginia 
refinery which is near Hampton Roads. All the petroleum 
products sent to Wahington are shipped by water. 
5/ Ibid., p. ~53. 
§./Ibid., p. 138. 
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Chesapeake and Delaware Canal 
The northern end of the Chesapeake Bay is connected 
to the Delaware River by the Chesapeake and Delaware Canal. 
This is a sea-level, toll-free waterway open to ships 
with a draft of up to twenty-seven feet. This canal is an 
important waterway connecting the Chesapeake Bay with 
the large porta to the north, Philadelphia and New York. 
All the scheduled trans-Atlantic linea out of Baltimore 
pass through this canal and call at either Philadelphia 
7 
or New York or both. The ships are_ only partially loaded 
when they leave Baltimore so that they can pass through 
the canal. They are then loaded to capacity at Philadelphia 
or New York. 
Baltimore 
Baltimore, forty miles north of Washington, is one 
of the most important ports along the east coast of the 
United States. It is located on the northwestern section 
of the Chesapeake Bay, one hundred sixty-seven males 
north of the mouth of the Chesapeake Bay. However, 
Baltimore is only one hundred and thirteen miles from the 
North Atlantic Ocean via the Chesapeake and Delaware 
Canal, at the northeastern end of the Chesapeake Bay. 
1/ D9 Patton~ General Cargo Hinterlands of New York, 
Philadelphia, Baltimore and New Orleans, University of 
~- Maryland, College Park, Maryland, 1958, p. 9. 
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The city has a large, well-developed port accessible 
to the largest ships. The port of Baltimore has a developed 
8 
wanerfront of:more than twenty-three miles. Along this 
waterfront are general purpose wharves, coal and ore 
piers, grain elevators, warehouses, fueling facilities, 
shipbuilding and repair yards. There are twelve large 
fertilizer and chemical factories which have wharves 
located along the waterfront. The other industrial 
plants in Baltimore served by the port are copper, sugar 
9 
and petroleum refineries, and canneries. The most 
important industry on the waterfront is the Bethlehem 
Steel Company, iron and steel mill at Sparrows Point. This 
plant has large unloading facilities for imported ore. Iron 
' 
ore is unloaded at other piers and carried to Sparrows 
Poiny by lighters. 
Baltimore is an important bulk port for grain, coal, 
petroleum, gypsum, chemicals, liquid latex, fertilizer, 
metalic ores, grain and coal. The major reason for this 
is the low freight rates to the inland points using and 
originating these materials and the willingness of Baltimore 
port operators to provide the most modern loading and 
a/ u.s. Coast and Geodetic Survey, op. cite, p. 334. 
2/ The Board of Engineers for Rivers and Harbors and the 
Maritime Administration, The Port of Baltimore, Port 
Series Number 10, The Board of Engineers for Rivers 
and Harbors and the Maritime Administration, Washington, D.C., 
1956, P• 300. 
10 
unloading facilities for these commodities. 
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Baltimore is served by three trunk line railroads: 
the Pennsylvania Railroad, Baltimore and Ohio, and the 
Western Maryland. The Baltimore and Ohio and Western 
Maryland attract much traffic to Baltimore. This is the 
only outlet to the sea for the Western Maryland and the 
11 
most important outlet for the Baltimore and Ohio. 
The major general cargo terminals are owned by the railroads. 
The Baltimore and Ohio and the Western Maryland bring 
large quantities of soft coal from West Virginia to tidewater 
at the coal loading piers here. 
The freight rates from the steel producing centers of 
the Pittsburg and Youngstown area to Baltimore are lower 
than to any other major port. This has helped Baltimore 
become an important steel exporting port. Most of the 
steel is brought into Baltimore by the Western Maryland 
which connects with the Pittsburg and Lake Erie which 
serves the Pittsburg-Youngstown area. However, most of 
the steel exported out of Baltimore comes from Sparrows 
Point. 
1Q/ Ibid., p. 302. 
11/ D.J. Patton, op. cit., p. 10. 
1£/ Ibid., P• 11. 
The Port of Baltimore and the 
Washington Metropolitan Area 
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Washington's main access to the sea is the Port of 
Baltimore. The Washington Area receives large quantities 
of commodities which are shipped to Baltimore by water, 
then trans-shipped to this area. 
In 1956, the Planning Department of the City of 
Alexandria,· in conjunction with the Virginia Ports Authority 
made a survey to find what traffic potential the ports 
under study in this study have. Part of this survey 
consisted of finding out how much waterborne commerce 
destined for Washington area is landed at Baltimore. 
This survey was made by mail. Questionnaires were sent 
to 749 firms; replies were received by 410. One hundred 
of the answering firms stated that they were at that time 
receiving products entering the Port of Baltimore. 
However., only ninety gave complete information as to 
13 
commodities received, amounts, and values. The firms 
were also asked if they would ship more products out of 
Washington and Alexandria if they were accessible to 
large ocean going ships. The survey found that 44 per cent 
of the imports of the Washington area moved through 
i3/ Virginia State Ports Authority, op. cit., p. 49. 
14 
Baltimore and 35 per cent through New York. 
Table II on the following page, is adapted from 
the results of this survey. Most of the goods landed 
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at Baltimore were shipped to the Washington area by truck, 
at an estimated cost of one million dollars. 
A few of the firms surveyed shipped goods to Baltimore 
to be loaded on ships. The survey found these products 
to be: aircraft electronic equipment, dehumidifiers, 
mattresses, rubber, concrete pipe, bricks, tallow, steel 
tubing, aircraft parts, books and publications. 
The question on what products might be shipped out 
of an enlarged port on the Upper Potomac found these 
products: metal windows, medical instruments, chemicals, 
lumber, lithographic plates, aircraft parts, bricks, 
15 
steel tubing, aircraft electronic equipment. 
Summary 
The important transportation lines serving Washington 
are mainly North-South lines. The area to the south is 
served by Hampton Roads while the area to the north is 
served by Baltimore, Philadelphia and New York9 The ports 
of Hampton Roads and Baltimore have better transportation 
~ Ibid., P• 60. 
12/ Ibid., p. 51. 
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TABLE II 
Commodities Shipped To The Washington Metropolitan Area 
Through the Port or Baltimore 
Commodity 
Metal Products 
Aircraft parts 
Steel (structural) 
Food Products 
Alcoholic beverages 
Ge.nned,$&ods 
Cof'fee ~green) 
Sugar 
Tea 
Wood and Paper 
Lumber 
Newsprint 
' Chemical Products 
Indu-strial ch_emicals 
Resins for paints 
· Petroleum Products 
Fuel oil 
Non-Metallic Minerals 
Cement 
Glass 
Marble 
Vermiculite ore 
All Other Commodities 
Building supplies 
(wall board, wire fence, 
peat moss, copper tubing) 
Total 
Units - Short Tons 
1954 1955 1956 
30 
118 
8,215 
1,175 
1,137 
38 
64,469 
424 
20 
62,416 
4,000 
80 
100 
225 
142,447 
15 
50 
118 
9,413 
1,554 
1, 240 
54 
73,013 
188 
20 
65,113 
8,820 
230 
150 
100 
375 
160,453 
10 
1:45 
138 
11,253 
1,500 
1.282 
65 
65,444 
1,530 
82 
20 
64,279 
-!5,5a3 
~88 
150 
·200 
518 
152,254 
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lines into the traffic producing areas of West Virginia, 
western Pennsylvania and eastern Ohio. The Port of Baltimore 
also benefits from the heavy industry located around its 
waterfront. 
The most important port serving the Washington 
Metropolitan Area is Baltimore. The Port of Baltimore 
has advantages that a smaller port on the Potomac River 
would find hard to equal. The chief advantages that 
Baltimore has over the Washington area ports are: a large 
well developed harbor accessible to all ships, and frequent 
arrivals and sailings to and from points all over the 
world. Baltimore has all the services needed in a port 
engaging_:~n foreign trade. There are firms which pack 
goods for export, freight forwarders, brokers for commodities, 
shipping space and customs. The only one of these services 
available in the Washington Area is freight forwardinge 
CHAPTER VIII 
CONCLUSION 
The ports of the Washington Metropolitan Area are 
small and insignificant. The major seaport for this 
area is Baltimore, forty miles north of Washington. 
It is believed that New York handles as much foreign 
traffic to and from Washington as Baltimore.l 
68 
The Washi~gton Metropolitan Area has no large generators 
-of traffic such as large industries, mines, or agriculture. 
However, what industry there is, receives some commodities~ 
at Alexandria. The fertilizer manufacturers are located 
along the shore at Alexandria where they receive raw 
materials by ship. 
Both Hampton Roads and Baltimore receive much traffic 
from the coal mines of West Virginia. Baltimore also 
serves the important manufacturing centers of the Pittsburg, 
Akron and Youngstown area. Washington has only one railroad 
line connecting it with these areas, the Baltimore and 
Ohio. This railroad has always favored the Port of 
Baltimore where its main sea terminus is located. The 
1/ Virginia State Ports Authority, op. cit., p.60. 
• 
• 
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highways from Washington to these areas are not important 
routes and it is just as easy to get to Baltimore as to 
Washington from this direction. 
The past few years have seen an increase of interest 
in the ports of the Washington Metropolitan Area. The 
major cause of this interest is the desire to attract 
industries to this area by offering opportunities for 
water transportation. 
At present, only ships with a draft of twenty-three 
feet or less can reach these ports. A plan under study 
to deepen the channel to thirty-six feet would open these 
ports to ninety per cent of the worldts spipping. However, 
it is difficult to see where the traffic would come from 
,, 
to justi~y a thirty-six foot channel. A more practical 
solution providing improved navigation on the Potomac 
would be to deepen the channel to twenty-seven feet. 
Baltimore carries on a large amount of trade with Northern 
Europe through a canal, the Ohesapeake and Delaware Canal, 
of the same twenty-seven foot depth. Such a channel is 
open to most cargo ships in use today when partially 
loaded. 
The present port facilities are totally inadequate for 
an increasing trade. This is especially apparent when one 
examines, even cursorily the prosperous rival of these 
•• 
\ 
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ports, the Port of Baltimore. Most of the installations 
are run-down. The best general cargo pier, the Naval 
Gun. Factory Franklin Street Annex, is not even in usa 
today. An increase in shipping will require new wharves, 
• 
war·ehouses and specialized handling fac111 ties • 
. • 
Whi.le doing this .study the writer was impressed by 
the lack of 'coordination among the port sections. There is 
no overall planning agency for developing a singie, well-
balanced port. Three different governments have 
jurisdiction over the varioua ports. These por~s should 
be considered as a single unit but instead all four are 
treated separately. The only exception to this is the 
Corps of Engineers who have lumped all channel dredging 
into one project. 
A single port authority should be set up to coordinate 
port development. If it just made plans it would do more 
than is being done now. No plans are in existence for 
developing the Port of Alexandria even though this is the 
major general cargo port in the area. A port authority 
could also nselltt the port to shippers to convince them 
to ship through here. The District of Columbia, the City 
of Alexandria, and the Federal Government and the Virginia 
Ports Authority should be represented on such an agency. 
Another impediment to future development is the 
71 
Federal Government. It owns much unused property in the 
developed port sections which should be made available 
for commercial use. If this area does become a thriving 
port the National Park Service should consider giving 
up some of its waterfront land, an action that local 
agencies consider very unlikely. 
·.•. 
APPENDIX. 
TABLE I 
Incoming Receipts and Outgoing Shipments 
Foreign and Domestic Waterborne Commerce 
. 1955 
72 
Short tons - 2,000 
Washington 
Domestic Receipts 
Animals and products, edible 
Shell~ish and products 
Vegetables 
Ve~etables and preparations, 
Petroleum products 
Motor ~uel and gasoline 
Residual ~uel oil 
Gas oil, distillate ~uel oil 
Kerosene 
Petroleum products, nee 
Machinery and vehicles 
Chemicals · 
Fertilizers and materials 
Commodities, nee 
Total 
Sand, Gravel,Orushed Rock 
Total Receipts 
Domestic Shipments 
Wood and Paper 
Paper and manu~aetures, nee 
Metals and manu~actures 
Machinery and vehicles 
Commodities, nee 
Total Shipments 
Alexandria 
Import Receipts 
Wood and Paper 
Standard newsprint paper 
Paper and manu~actures, :pee 
Plywood, veneers,ties, etc. 
Nonmetallic minerals 
Cement 
canned 
605 
967 
639,105 
472;811 
257,865 
20,000 
14,537 
226 
76,634 
1,310 
619 
2,425 
605 
967 
1,404,334 
12 
70 
12 
4,445 
~ 1. ·410 ';445 
<• '- T , 1,177,490 
2,587,935 
248 
12 
22 
6,587 
6,869 
78,642 
2,425 
lbs. 
TABLE L (Concluded) 
Chemicals 
Industrial chemicals, nee 
Fertilizers and materials 
Potash fertilizer materials 
Total 
Domestic Receipts . 
Animals and products,edible 
Sea shells, crude 
Petroleum products 
Motor fuel and gasol:tne 
Gas oil, distillate fuel oil 
Kerosene 
Petroleum products, nee 
Nonmetallic minerals 
Sulphur 
Fertilizers and materials 
~he~phate fertilizer materials 
Total 
Sand, Gravel, Crushed Roc}£ 
Total Receipts 
Export Shipments_ 
Wood and paper 
Lumber and shingles 
Total 
Domestic Shipments 
Petroleum products 
Motor fuel and gasoline 
Fertilizers and materials 
Phosphate fertilizer materials 
Total 
·Total Shipments 
73 
Short tons - 2,000 lbs. 
331 
4,029 
2, 726 
138,922 
23,840 
8,562 
5,765 
5,209 
19,648 
243 
1,053 
1,949 
331 
4,029 
85,427 
2,726 
177,089 
5,209 
19,648 
204,672 
.59.673 
349,772 
243 
243 
1,053 
1,949 
3,002 
3,245 
• 
TABLE II 
Incoming Receipts and Outgoing Shipments 
Foreign and Domestic Waterborne Commerce 
1954 
Washington 
Domestic Receipts 
Animals and products, edible 
Shellfish and products 
Fish and products, fresh or 
Animal products, inedible 
Sea Shells, crl:lde 
Vegetables 
V"egetables and preparations, 
Textiles 
Wood and paper 
Petroleum products 
Motor fuel and gasoline 
Residual fuel oil 
Gas oil, disillate fuel oil 
Kerosene · 
Petroleum products, nee 
Metals and manufactures 
Chemicals 
Pigments, paints, varnishes 
Commodities, nee 
Total 
Sand, Gravel, Crushed Rock 
Total Receipts 
Domestic Shipments 
Wood and paper 
Paper and manufactures, nee 
Petroleum products 
Gas oil, distillate f'uel oil 
Metals and manufactures 
Machinery and vehicles 
Chemicals 
Commodities, nee 
Total Shipment 
Short tons 
584 
frozen 106 
112 
c.anned 1,223 
567,791 
470,672 
241,417 
17,479 
34,359 
.111 
240 
2,726 
74 
- 2,000lbs. 
702 
112 
1,223 
15 
12 
1,331,718 
12 
111 
6a~1e !_, 340,21 
11121.018 
2,531,439 
204 
2,726 
11 
26 
40 
,:I:.:Z:24 
10,801 
TABLE, II (Concluded) 
Alexandria 
Import Receipts 
Wood and paper 
Standard newsprint ~;er 
Plywood, veneers, ~BD, etc. 
Paper a~d manufactures, nee 
Lumber and shingles 
Chemicals _, 
Industrial chemicals, nee 
Fertilizers and materials 
Potash fertilizer materials 
Total 
Domestic Receipts 
Animal products, inedible 
Sea shells, crude 
Petroleum products 
Motor fuel and gasoline 
Gas oil, distillate fuel oil 
Kerosene 
Petroleum products, nee 
Nonmetallic minerals 
Sulphur 
Fertilizers and materials 
Phosphate fertilizer materials, 
Total 
Sand, Gravel, Crushed Rock 
Total Receipts 
Export Shipments 
Wood and paper 
Lumber and shingles 
Machinery and vehicles 
Total 
Domestic Shipments 
Fertilizers and materials 
Phosphate fertilizer materials 
Fertilizer and material, nee 
Total 
Total Shipments 
75 
Short tons - 2,000 lbs 
73,873 
508 
374 
122 
704 
5,192 
3,721 
121,048 
27,476 
9,103 
1,820 
4,368 
25,039 
138 
2,'788 
1,751 
74,920 
704 
5,192 
80,816 
3,721 
159,447' 
4,368 
25,039 
192,575 
26,720 
300,111 
138 
24 
162 
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THE PORTS OF THE WASHINGTON METROPOLITAN AREA 
ABSTRACT 
There is much interest in developing the ports of 
the Washington Metropolitan Area at the present time. A 
plan is now under study to deepen the channel in the 
Potomac River from the Chesapeake Bay to Washington to 
36 feet. An important reason for the interest in these 
ports is to introduce new industry into the area. 
The ports of the Washington Metropolitan Area are 
(1) Alexandria, Virginia and (2) the Anacostia River, 
(3) Washington Channel and (4) Georgetown in the District 
of Columbia. These ports are located at the head of 
navigation on the Potomac River just below the Fall 
Line. Excessive silting is a major problem in the Potomac 
River at Washingto'n because it causes rapid building of 
bars in the navigable channels. 
The hinterland of the ports of the Washington area 
have gone through three periods of development which may 
be classified as: (1) tobacco, (2) western trade and 
(3) decline. During the first period, from the 1740's 
to the 1780's the ports exported tobacco from the surrounding 
·e 
region. During the second period, from the 1780's to 
the 1850's, the hinterland of the ports expanded to 
encompass the Shenandoah Valley and the coal mines of the 
upper Potomac River Valley. The city of Washington 
was founded at this time. During the third period, from 
the 1850's to the present, the ports of the Washington 
area declined. Railroads channeled the western commerce 
to Baltimore and ocean going steamboats became to large 
to reach Alexandria. The hinterland of the ports shrank 
to include o~y the region known today as the Washington 
Metropolitan Area. 
The hinterland served by the ports under study is 
the Washington Metropolitan Area. This area is made up 
of the District of Columbia, Fairfax and Arlington Counties 
and Alexandria in Virginia and Montgomery and Prince 
Georges Counties in Maryland. The population of this 
metropolitan area is about two million. The most important 
economic activity is the Federal Governments the Federal 
Government employs 37 per cent of the metropolitan area 
work force. Manufacturing is a minor part of the area's 
economy, 3.4 per cent of the work force. Heavy industry 
is discouraged in favor of light industry. Interest is 
growing in the area, especially Virginia, to encourage 
industry in order to have the region less dependent on 
government employment. 
Washington is an important transportation center. 
Most of the lines of transportation run in a North-South 
di~ection into areas served by the ports of Hampton 
Roads and Baltimore. The major line to the West is the 
Baltimore and Ohio Railroad which has its principal 
tidewater terminal at the Port of Baltimore. 
The most numerous facilities in the ports of the 
Washington Metropolitan Area are for unloading sand, 
gravel and petroleum products. The only landing which 
hand~es general cargo is on the Alexandria waterfront. 
Some industries on the waterfront depend on water 
transportation. Two fertilizer plants in Alexandria 
receive raw materials by water transportation. Concrete 
and asphalt mixing plants are concentrated around two 
sand and gravel landings. 
The ports of the Washington Metropolitan Area receive 
more tonnage than they ship. The amount of commodities 
shipped out of these ports is insignificant. The most 
important items received are petroleum products. Most 
of the petroleum products unloaded are for use in the 
Washington Metropolitan Area but some are sent by truck 
to points in Maryland,· southeast of the metropolitan 
area. The second most important commodity is sand and 
gravel. Paper is the most important general cargo item 
--
received. 
Several plans under study will affect the ports. 
The most important is a project to deepen the channel 
in the Potomac River from 24 feet to 36 feat. A study 
is now being made by the Corps of Engineers to find 
if such a channel is economically feasible. Some thought 
is baing given to increasing the amount of land along 
the waterfront in commercial usa. A circumferential 
highway will give the Alexandria waterfront quick 
access to any part of the Washington Metropolitan Area. 
Soma bridges being planned will limit access by boat 
to Georgetown. 
The ports of Hampton Roads and Baltimore have better 
rail connections than Washington has into the important 
traffic generating areas such as the coal minas of Wast 
Virginia and the industrial area of Western Pennsylvania 
and Eastern Ohio. The Washington area's main access 
to the sea is Baltimore. Most commodities imported into 
the Washington area are unloaded at Baltimore and trucked 
to the Washington area. 
The hinterland of the ports of the Washington area 
is the Washington Metropolitan Area. The metropolitan 
area has no large scale source or destination of waterborne 
goods. The industry in this area, printing, fertilizer. 
manufacturing and construction is already served by the 
• 
ports. Under these conditions, dredging a 36 foot channel 
from the Chesapeake Bay to Washington does not seem 
justified. However, a 27 foot channel might be economically 
justifiable. The ports of the Washington Metropolitan 
Area need a port organization to coordinate activities, 
plan and carry out development • 
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